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3.11 Safety and Security 
3.11.1 Introduction 
This section describes safety and security issues in the San Jose to Central Valley Wye Project 
Extent (project or project extent) resource study area (RSA) where safety and security are most 
susceptible to change as a result of construction and operation of the project. The analysis 
evaluates project construction and operations impacts on emergency services and community 
safety and security, addressing the safety and 
security of construction site workers, high-speed rail 
(HSR) passengers and employees, and the general 
public (including motorists, pedestrians, and 
bicyclists) who could be exposed to significant risks of 
loss, injury, or death during project construction and 
operations. The primary safety and security concerns 
associated with the project would be impacts on 
emergency services and response times in southern 
San Jose, Morgan Hill, and Gilroy. Construction of the 
project alternatives has the potential to eliminate 
property access to San Jose Fire Station #18, restrict 
emergency vehicle access to Morgan Hill Charter 
School, and substantially increase emergency 
response times in southern San Jose due to the 
narrowing of Monterey Road or an increase in gate-
down time at at-grade crossings, depending on the 
alternative selected.  

Primary Safety and Security Impacts 

• Elimination of access to San Jose Fire 
Station #18 

• Inadequate emergency vehicle access to 
Morgan Hill Charter School 

• Increase in emergency response times 
due to the narrowing and elimination of 
left-turn lanes along Monterey Road 
(Alternatives 1, 2, and 3) or due to 
increase in gate-down times at at-grade 
crossings (Alternative 4) 

• Safety improvements associated with 
elimination of existing at-grade crossings 
(Alternative 2 Only)  

 

To achieve safe operation of the HSR system and maintain community safety and security, which 
is of the highest priority (Authority 2012a; Authority and FRA 2005, 2008), the HSR system and 
the project have been designed for optimal performance in conformance with industry standards 
and federal and state safety regulations. Performance standards for the HSR are included in 
Chapter 2, Alternatives, Table 2-1. The project would consist of a blended system, in which HSR 
trains and other trains would operate on the same track that would transition to a fully grade-
separated system in which HSR trains would operate on HSR-dedicated track. The point at which 
the project would transition from a blended system to a dedicated system varies depending upon 
the project alternative.  
The HSR would transition from a blended system to a fully dedicated track system south of Scott 
Boulevard in Santa Clara. Alternative 1 would transition to a fully dedicated track system at 
Interstate (I-) 880 (south of Scott Boulevard). Alternatives 2 and 3 would transition to a fully 
dedicated track system just south of Scott Boulevard, and Alternative 4 would transition to a fully 
dedicated track system at the Downtown Gilroy Station. 
The blended system would be a partially grade-separated, limited-access guideway. Speeds 
within the blended system would be limited to an operating speed of less than 110 miles per hour 
(mph). At-grade roadway crossings would be controlled by four-quadrant gates (quad gates) and 
roadway channelization. Unauthorized access would be deterred using intrusion detection and 
monitoring systems. The dedicated system would be fully grade-separated and fully access-
controlled with intrusion monitoring systems, which would prevent access by unauthorized 
vehicles, people, animals, and objects. The system would include appropriate barriers (fences 
and walls) and state-of-the-art communication, access-control, and monitoring and detection 
systems, and all aspects of the HSR system would conform to the latest federal requirements 
regarding transportation security. Overall safety and reliability of the HSR system would be 
achieved by the application of proven technical standards commensurate with the desired level of 
performance. Based on the long-term operating success of European and Asian systems, and 
because the United States has no specific or current guidelines for the development of HSR 
systems capable of 220 mph travel, the HSR system design integrates an overall set of guiding 
principles and system requirements consistent with European and Asian HSR systems and 
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and bicyclists), or structures that could be exposed to significant risk of loss, injury, or death 
during project operations. 

– Community safety addresses emergency and fire response, automobile, pedestrian and 
bicycle safety, landfill safety, fire hazards, rail and airport safety, school safety, and high-
risk facilities and fall hazards.  

– Community security addresses facility security, criminal acts (including vandalism, theft, 
and violence), and acts of terrorism. 

3.11.2 Laws, Regulations, and Orders 
This section presents federal and state laws, regulations, and orders applicable to safety and 
security and relevant to the project. The Authority would implement the HSR project in 
compliance with all federal and state regulations. Volume 2, Appendix 2-J describes regional and 
local plans and policies relevant to safety and security considered in the preparation of this 
analysis. 

3.11.2.1 Federal 
Federal Railroad Administration Procedures for Considering Environmental Impacts (64 
Fed. Reg. 28545)  
These Federal Railroad Administration (FRA) procedures state that an EIS should consider 
possible impacts on public safety.  

Rail Safety Improvement Act of 2008 (PL 110-432)  
The Rail Safety Improvement Act reauthorized the FRA to oversee the nation’s rail safety 
program. One aim of the statute is to improve conditions of rail bridges and tunnels. The Rail 
Safety Improvement Act also requires railroads to implement positive train control (PTC) systems 
by the end of 2015 on certain rail lines.1 PTC infrastructure consists of integrated command, 
control, communications, and information systems for controlling train movements that improve 
railroad safety by significantly reducing the probability of collisions between trains, casualties to 
roadway workers and damage to their equipment, and over-speed accidents (49 C.F.R. Parts 
200–299).2 

United States Code on Railroad Safety (49 U.S.C. § 20101 et seq.)  
This code contains a series of statutory provisions affecting the safety of railroad operations.  

Federal Railroad Administration, System Safety Program (49 C.F.R. Part 270) 
This regulatory program would require commuter and intercity passenger railroads to develop and 
implement a system safety program (SSP) to improve the safety of their operations. An SSP is a 
structured program with proactive processes and procedures, developed and implemented by 
railroads to identify and mitigate or eliminate hazards to reduce the number and rates of railroad 
accidents, incidents, injuries, and fatalities.  

 
1 In late 2015, Congress extended the deadline by at least 3 years to December 31, 2018, with the possibility of an 
extension to a date no later than December 31, 2020, if a railroad completes certain statutory requirements that are 
necessary to obtain an extension (www.fra.dot.gov/ptc).  
2 The California HSR Program is being required to employ an automatic train control (ATC) system. The ATC 
system will provide functions of automatic train protection, automatic train operation, and automatic train supervision. The 
ATC system would include all the safety and non-safety critical functions of a train control system and would comply with 
FRA’s Positive Train Control requirements under both the federal Rail Safety Improvement Act of 2008 and 49 C.F.R. 
Part 236 Subpart I. A full description of the intended ATC system is provided in Technical Memorandum 3.3.1, ATC 
Concept of System (Authority 2010a), and Technical Memorandum 3.3.2, ATC Site Requirements (Authority 2010b). 

https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=917b2347fbccade29870b4899343d39f&term_occur=5&term_src=Title:49:Subtitle:B:Chapter:II:Part:270:Subpart:A:270.1
file:///C:%5CUsers%5CUSSP682427%5CAppData%5CRoaming%5CMicrosoft%5CWord%5Cwww.fra.dot.gov%5Cptc
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Operations to the Public by Career Fire Departments (NFPA 2016), includes measures to protect 
citizens and the occupational safety and health of fire department employees. 

3.11.3 Consistency with Plans and Laws 
As indicated in Section 3.1.5.3, Compatibility with Plans and Laws, the California Environmental 
Quality Act (CEQA) and Council on Environmental Quality regulations require a discussion of 
inconsistencies or conflicts between a proposed undertaking and federal, state, regional, or local 
plans and laws. As such, this Draft EIR/EIS describes the inconsistency of the project with 
federal, state, regional, and local plans and laws to provide planning context.  

A number of federal and state laws and implementing regulations, listed in Section 3.11.2.1, 
Federal, and Section 3.11.2.2, State, are relevant to safety and security. These federal and state 
requirements include: 

• Federal and state acts and laws that provide comprehensive directives for safety and security 
on passenger rail. Applicable acts and laws include the Federal Rail Safety Improvement Act, 
sections of the United States Code on railroad safety, FRA regulations for railroad 
transportation safety, Transportation Security Administration Security Directives for 
Passenger Rail, and the California General Plan Law.  

• Federal and state acts and laws that provide comprehensive requirements for safety, 
security, and emergency response planning include the Federal Emergency Planning and 
Community Right-to-Know Act, the California Public Utilities Code, the California Emergency 
Services Act, the Cal. Public Res. Code, and the California General Plan Law.  

The Authority, as the lead agency proposing to construct and operate the HSR system, is 
required to comply with all federal and state laws and regulations and to secure all applicable 
federal and state permits prior to initiating construction on the selected alternative. Therefore, 
there would be no inconsistencies between the project alternatives and these federal and state 
laws and regulations. 

The Authority is a state agency and therefore is not required to comply with local land use and 
zoning regulations; however, it has endeavored to design and construct the HSR project so that it 
is compatible with land use and zoning regulations. For example, the project incorporates IAMFs 
that would require construction contractors to coordinate with local jurisdictions before and during 
construction to maintain emergency vehicle access. The Authority reviewed a total of 18 plans 
and policies and 7 local and regional ordinances, and determined the project is consistent with all 
plans, policies, and ordinances reviewed. The project is compatible with the Airport 
Comprehensive Land Use Plans for Norman Y. Mineta San Jose International Airport, San Martin 
Airport, Frazier Lake Airpark, and Los Banos Municipal Airport. 

3.11.4 Methods for Evaluating Impacts 
The evaluation of impacts on safety and security is a requirement of the National Environmental 
Policy Act (NEPA) and CEQA. The following sections define the RSAs and summarize the 
methods used to analyze impacts on safety and security. As summarized in Section 3.11.1, 
Introduction, eight other resource sections in Chapter 3 and Chapter 5, Environmental Justice, in 
this Draft EIR/EIS provide additional information related to safety and security. 

3.11.4.1 Definition of Resource Study Areas 
As defined in Section 3.1, Introduction, RSAs are the geographic boundaries in which the 
environmental investigations specific to each resource topic were conducted. The RSAs for safety 
and security encompasses the areas directly or indirectly affected by construction and operation 
of the project. These areas are composed of the project footprint for each of the project 
alternatives plus an additional distance from the project footprint where impacts from construction 
and operations could occur on emergency services and community safety and security. 

The safety and security RSA also includes communities, cities, and counties along the project 
alignment that could be indirectly affected by project construction and operations. Indirect impacts 
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could influence an area outside of the RSA for direct impacts because although certain local 
service providers (e.g., fire departments, police departments, hospitals) are outside the RSA, they 
have service boundaries or provide service within the RSA. These service providers are in San 
Jose, Morgan Hill, Gilroy, Gustine, Hollister, and Los Banos. Table 3.11-1 identifies the safety 
and security RSAs.  

Table 3.11-1 Definition of Safety and Security Resource Study Areas  

Facility Description of Resource Study Area 
Construction and Operations—Direct Impacts 

Rights-of-way, stations, and 
maintenance facilities 

Areas within the HSR right-of-way and within 0.5 mile of the project footprint, 
including the rights-of-way, stations, and maintenance facilities 

Schools1 Areas within 0.25 mile of the project footprint 

Landfills2 Areas within 0.25 mile of the project footprint 

Airports and high-risk facilities3 Areas within 2 miles of the project footprint 

Oil and gas wells4 Areas within 200 feet of the project footprint 

Emergency services  Areas within 0.5 mile of the project footprint, including the right-of-way, 
stations, and maintenance facilities  

Construction and Operations—Indirect Impacts 

Emergency services  Emergency service providers’ service areas 
Source: Authority and FRA 2017  
HSR = high-speed rail 
1 Cal. Code Regs., tit. 5, § 14010(d), requires a safety study for new school sites within 1,500 feet (approximately 0.25 mile) of an existing railroad 
track. 
2 Landfills would be identified within 0.25 mile of the project footprint per Cal. Code Regs., tit. 27, § 20925.  
3 High-risk facilities include landfills, oil and gas wells, cement plants, ethanol plants, gas plants, industrial plants, power plants, refineries, 
wastewater treatment facilities, and dams.  
4 Oil and gas wells would be identified within 200 feet of the project footprint per Cal. Code Regs., tit. 14, § 1720. 

Landfills are included under the landfill RSA and also included under the high-risk facilities RSA. 
Landfills would be identified within 0.25 mile of the project footprint per California regulations 
under the landfill RSA, in addition to being identified within 2 miles of the project footprint under 
the high-risk facilities RSA. 

Oil and gas wells are included under the oil and gas well RSA and also included under the high-
risk facilities RSA. Oil and gas wells would be identified within 200 feet of the project footprint per 
California regulations under the landfill RSA, in addition to being identified within 2 miles of the 
project footprint under the high-risk facilities RSA. 

3.11.4.2 Impact Avoidance and Minimization Features 

IAMFs are project features that are considered to be part of the project and are included as 
applicable in each of the alternatives for purposes of the environmental impact analysis. The full 
text of the IAMFs that are applicable to the project is provided in Appendix 2-E. The following 
IAMFs are applicable to the safety and security analysis: 

• SS-IAMF#1: Construction Safety Transportation Management Plan 
• SS-IAMF#2: Safety and Security Management Plan 
• SS-IAMF#3: Hazards Analyses 
• SS-IAMF#4: Oil and Gas Wells 
• AQ-IAMF#1: Fugitive Dust Emissions 
• GEO-IAMF#3: Gas Monitoring 
• TR-IAMF#1: Protection of Public Roadways during Construction 
• TR-IAMF#2: Construction Transportation Plan 
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• Impair implementation of, or physically interfere with, an adopted emergency response plan 
or emergency evacuation plan 

• If in or near State Responsibility Areas or lands classified as very high fire hazard severity 
zones:  

– Substantially impair an adopted emergency response plan or emergency evacuation plan  

– Because of slope, prevailing winds, and other factors, exacerbate wildfire risks and 
thereby expose project occupants to pollutant concentrations from a wildfire or the 
uncontrolled spread of a wildfire 

– Require the installation or maintenance of associated infrastructure (such as roads, fuel 
breaks, emergency water sources, power lines, or other utilities) that may exacerbate fire 
risk or that may result in temporary or ongoing impacts on the environment. 

– Expose people or structures to significant risks, including downslope or downstream 
flooding or landslides, as a result of runoff, post-fire slope instability, or drainage changes 

Although not in a very high fire hazard severity area, the project is within or near State 
Responsibility Areas. Accordingly, impacts from the last four items are addressed in this analysis. 

As discussed below, state and local agencies have developed a variety of policies, plans, and 
programs to address safety and security, including emergency response plans, evacuation plans, 
and plans to address bicycle safety, among others. Because these policies, plans, and programs 
have been developed specifically to minimize safety and security risks, a conflict would generally 
indicate the potential for a significant impact related to safety and security. Therefore, whether the 
project would conflict with adopted safety policies, plans, or programs regarding public transit, 
bicycle, or pedestrian facilities, or an adopted emergency response plan or emergency 
evacuation, is an appropriate threshold to determine whether the project would result in a 
significant impact related to safety and security. 

3.11.5 Affected Environment 
This section describes the affected environment for emergency services, community safety, and 
security in the RSA. This information provides the context for the environmental analysis and the 
evaluation of impacts.  

3.11.5.1 Emergency Services 
Emergency Response Plans  
Past development has led to conditions affecting emergency service access and response times. 
Volume 2, Appendix 2-J summarizes and discusses emergency operations requirements, 
including all applicable emergency response plans for the affected communities in the emergency 
response RSA. In addition to emergency operations requirements set forth in the county and city 
general plans, all counties and cities operate under the guidance of emergency operations plans. 
These plans outline procedures for fire, law enforcement, and emergency medical service 
operations during emergencies such as fires and other natural disasters; hazardous materials 
spills; transportation emergencies; and terrorism. The plans also identify the location of 
emergency response facilities, such as emergency dispatch and operations centers, government 
structures, and hospitals or other medical facilities. Figure 3.11-1 through Figure 3.11-5 and 
Volume 2, Appendix 3.11-A identify these facilities. 

Existing rail services at the San Jose Diridon and Gilroy Stations are Caltrain, (Santa Clara) 
Valley Transportation Authority (VTA) light rail, Altamont Corridor Express (ACE), and Amtrak. 
Caltrain, VTA, ACE, and Amtrak have adopted emergency preparedness programs as part of 
their operating plans. In accordance with FTA Passenger Train Emergency Preparedness 

 
encounter anywhere from two to six intersections affected by gate-down time, a 30-second delay would include the 
collective effects of up to seven intersections. 
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Note: Locations of hospitals, fire departments, and other critical facilities/infrastructure providing emergency services are listed in Appendix 3.11-A. 
Sources: CalRecycle 2017; UC Berkeley 2016; USACE 2016; USEPA 2016 MARCH 2019 

Figure 3.11-1 San Jose Diridon Station Approach Subsection: Safety and Security 
Resource Study Area and Existing Conditions 









 Section 3.11 Safety and Security 

 

California High-Speed Rail Authority  April 2020 

San Jose to Merced Project Section Draft EIR/EIS Page | 3.11-23 

 
 Note: Locations of hospitals, fire departments, and other critical facilities/infrastructure providing emergency services are listed in Appendix 3.11-A. 

Sources: CalRecycle 2017; UC Berkeley 2016; USACE 2016; USEPA 2016  MARCH 2019 
Red airport symbols are located beyond the 2-mile Resource Study Area. 

Figure 3.11-5 San Joaquin Valley Subsection: Safety and Security Resource Study Area 
and Existing Conditions 
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Table 3.11-2 Service Areas and Response Times for Police and Sheriff Departments in the Resource Study Area 

Police Department  Service Area Average Response Time Response Criteria 

Santa Clara County Sheriff’s Office Unincorporated areas of 
Santa Clara County  

NA NA 

San Jose Police Department City of San Jose Priority 1: 6.7 minutes 
Priority 2: 20.3 minutes 

The San Jose Police Department target response time for 
police services is 6 minutes for Priority 1 Calls for Service and 
11 minutes for Priority 2 Calls for Service. Acceptable 
response times are considered to be 6 minutes or less for 
60% of all Priority 1 Calls for Service and 11 minutes or less 
for 60% of all Priority 2 Calls for Service. 

Morgan Hill Police Department  City of Morgan Hill Priority 1: 5 minutes 10 seconds 
Priority 2: 6 minutes 41 seconds 

The Morgan Hill Police Department’s response time goal is 
within 5 minutes for Priority 1 Calls for Service and within 8 
minutes for Priority 2 Calls for Service.  

Gilroy Police Department City of Gilroy In FY2014/2015, the Gilroy Police 
Department responded to 27% of 
Priority 1 calls within 5 minutes, 
and 69% of Priority 2 calls within 
20 minutes. 

The City of Gilroy’s response time goal is to respond to 95% 
of Priority 1 calls within 5 minutes and to respond to 95% of 
Priority 2 calls within 20 minutes.  

San Benito County Sheriff’s 
Department 

Unincorporated areas of San 
Benito County 

Priority 1 and Priority 2: 10 to 12 
minutes 

Deputies are required to respond to Priority 1 calls before 
other call priorities. The San Benito County 2035 General 
Plan (2015) Performance Goal PFS-12.2 states that the 
County shall strive to achieve and maintain appropriate Sheriff 
Department response times for all call priority levels to provide 
adequate law enforcement services for all County residents.  

Merced County Police Department Unincorporated areas of 
Merced County  

NA NA 

Sources: City of San Jose 2013, 2016a, 2016b; SJPD 2016; City of Morgan Hill 2017; Gilroy Police Department 2016  
NA = Not available; information was requested from this department through a survey and follow-up calls but was not received at the time of this report. 
FY = fiscal year 
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Table 3.11-3 Service Areas and Response Times for Municipal and County Fire Departments in the Resource Study Area 

Fire Department Service Area 
Number of 
Fire Stations Response Time Response Criteria 

Santa Clara County—Local Responsibility Areas 

Santa Clara County Fire 
Department 

Campbell, Cupertino, Los 
Altos, Los Altos Hills, Los 
Gatos, Monte Sereno, 
Saratoga, and adjacent 
unincorporated areas 

15 EMS Calls: Calls in urban and 
metropolitan areas responded to in under 
8 minutes 90% of the time 
Structure Fire Calls: First unit arrives to 
calls in urban and metropolitan areas in 
under 8 minutes 90% of the time 

NA 

San Jose Fire Department City of San Jose 33 90% First Alarm travel time of 12 minutes 
and 50 seconds (2014–2015 
measurement period) 

SJFD response time was almost 5 minutes 
longer than the 8-minute national best 
practice publications for metro/urban areas 
and the SJFD response time standard 

Morgan Hill Fire Department City of Morgan Hill 2 In 2015, the average response time was 
8 minutes 95% of the time 

Fire department response time goal is 8 
minutes 

Gilroy Fire Department City of Gilroy 3 Specific response times not available, but 
average emergency and nonemergency 
response times are considered 
acceptable according to department 
standards  

Within 5 minutes of dispatch 

Santa Clara County—State Responsibility Areas 

CAL FIRE Santa Clara Unit 
(Battalion 1) 

The service area for Battalion 
1 is the State Responsibility 
Areas in portions of western, 
southern and eastern Santa 
Clara County, to the San 
Benito County line  

1 NA NA 
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Contracted Emergency Ambulance Response 
In addition to fire departments, contracted ambulances also provide first responder services. In 
the RSA, the Santa Clara Emergency Services Agency contracts with private ambulance services 
to provide emergency first responder/ambulance services as well as nonemergency ambulance 
services and ambulance hospital transport services. The current contractor (as of July 2019) for 
Santa Clara County is Rural/Metro. The ambulance deployment plan is a fluid plan. Ambulances 
“post” (e.g., are stationed) at locations identified in the county based on how many are available, 
and they are moved around the county on a regular basis to cover the areas of need. 
Consequently, the specific posting locations for contracted ambulances could not be identified.  

Table 3.11-4 shows the response times that contracted responders are required to comply with at 
least 90 percent of the time.  

Table 3.11-4 Required Response Times for Contracted Ambulance Services in Santa Clara 
County 

 Required Response Time (minutes) 
Type of Response  Metro/Urban Areas Suburban/Rural Areas Wilderness Areas 
BLS and CPR capable first responder 07:59 09:59 11:59 

Early defibrillation responder 07:59 09:59 11:59 

Advanced life support responder 07:59 09:59 11:59 

Transport ambulance 11:59 16:59 21:59 
Source: County of Santa Clara 2014  
These standards are required to be met 90 percent or more of the time. Most of the RSA is in areas defined as Metro/Urban. 
BLS= basic life support 
CPR= cardiopulmonary resuscitation 

In 2017, contracted emergency ambulance services met the standards in Table 3.11-4 90 percent 
or more of the time in all response zones every month (County of Santa Clara 2018). In the first 
4 months of 2019, emergency ambulance services met the standards in Table 3.11-4 90 percent 
or more of the time in all response zones (County of Santa Clara 2019). 

3.11.5.2 Wildfire Hazards 
Fire hazard models provide a measure of the likelihood of an area burning and how it burns (e.g., 
intensity, speed, embers produced), so it is possible to predict the likely damage by a fire (CAL FIRE 
2012b). Fire hazard measurement includes the speed at which wildfire moves, the amount of heat the 
fire produces, and the burning firebrands (i.e., any burning wood that can start a fire) that the fire 
sends ahead of the flaming front. This information is identified as part of fire-hazard zoning performed 
by CAL FIRE. State Responsibility Area maps were adopted by CAL FIRE in 2007, and draft Local 
Responsibility Area maps were published for Santa Clara, San Benito, and Merced Counties in 2007 
and 2008 (CAL FIRE 2007a, 2007b, 2007c, 2007d, 2007e, 2008). In 2016, CAL FIRE revised the 
Strategic Fire Plan for California, which provides the state’s road map for reducing the risk of wildfire 
(CAL FIRE 2016a).10 Part of this plan identifies and assesses community assets at risk for wildfire 
damage. CAL FIRE generated a list of California communities at risk to wildfire and created fire-
hazard severity zones (CAL FIRE 2007a, 2007b, 2007c).11 The following discussions describe fire 
hazard severity zones by subsection. 

 
10 The most recent plan available was published in 2010 and revised in April 2016. 
11 The most recent fire hazard maps available are draft Local Responsibility Area maps published in 2008 and State 
Responsibility Area maps published in 2007. 
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Table 3.11-5 Airports and Heliports within the Airports Resource Study Area 

Facility Type County 
Distance from Track 

Centerline (miles) Alternatives 
Norman Y. Mineta San Jose 
International Airport 

Public Santa Clara 0.75 
0.74 
0.74 
0.75 

Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

San Martin Airport Public Santa Clara 0.54 
0.54 
0.54 
0.55 

Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

Santa Clara Towers Heliport Private Santa Clara 1.68 
1.68 
1.68 
1.68 

Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

Santa Clara Valley Medical Center 
Heliport  

Private Santa Clara 1.92 
1.92 
1.92 
1.92 

Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

St. Louise Hospital Heliport Private Santa Clara 0.58 
0.58 
0.30 
0.58 

Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

Frazier Lake Airpark Public San Benito 0.34 
0.34 
0.84 
0.34 

Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

Los Banos Municipal Airport Public Merced 2.0 Alternative 1 
Alternative 2 
Alternative 3 
Alternative 4 

Sources: County of Santa Clara 2016a, 2016b; County of San Benito 2001; County of Merced 2012 
No private airstrips were identified within 2 miles of the RSA; Merced Regional Airport is approximately 15 miles from the project footprint.  

Frazier Lake Airpark, located approximately 0.2 mile south of the project footprint for Alternatives 
1, 2, and 4 and approximately 1 mile south of the project footprint for Alternative 3, is a public-
service airport in an agricultural area in San Benito County. As a public-service airport, the airpark 
is subject to the Frazier Lake Airport Comprehensive Land Use Plan prepared by the San Benito 
County Airport Land Use Commission (County of San Benito 2001) to regulate land use within 
airport safety zones to protect public health, safety, and welfare. This land use plan provides for 
the orderly expansion of the airport and the adoption of land use measures that minimize the 
public’s exposure to excessive noise and safety hazards within areas around public airports to the 
extent that these areas are not already devoted to incompatible uses. 
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Los Banos Municipal Airport and Merced Regional Airport are public-service airports within 
Merced County. As public-service airports, they are subject to the Merced County Airport Land 
Use Compatibility Plan (County of Merced 2012) prepared by the Merced County Airport Land 
Use Commission to protect public health, safety, and welfare. This plan provides for the orderly 
expansion of airports and the adoption of land use measures that minimize the public’s exposure 
to excessive noise and safety hazards within areas around public airports to the extent that these 
areas are not already devoted to incompatible uses. The airports’ RSA is the area within 2 miles 
of the project track centerline. Merced Regional Airport is more than 2 miles from the project 
footprint (Volume 2, Appendix 3.11-B, Airport Obstructions). 

Three privately operated heliports in Santa Clara County are within the RSA. These are located 
at the Santa Clara Towers building in San Jose, Santa Clara Valley Medical Center in San 
Jose, and St. Louise Hospital in Gilroy. The three heliports are rooftop facilities associated with 
medical center and residential high-rise properties and would not be affected by project 
construction and operations. 

FAA Regulation 14 C.F.R. Part 77 (FAR Part 77) defines obstruction standards as elevations above 
which structures may constitute a safety hazard to air navigation. An FAR Part 77 airspace surface is 
an imaginary surface of a takeoff and landing area of an airport or any other imaginary surface 
established for the airport under 14 C.F.R. Part 77.24. The geometry of FAR Part 77 surfaces is 
illustrated in Appendix 3.11-B. Any penetrations of the FAR Part 77 surface are subject to agency 
review on a case-by-case basis. If a safety hazard is found to exist, the FAA may issue a 
determination of a hazard to air navigation. If the FAA determines that a proposed structure would 
result in an obstruction, the FAA may recommend mitigation. The FAA does not have authority to 
prevent encroachment; however, under California law, the state can prevent the encroachment if the 
FAA has issued a determination of a hazard to air navigation. The local jurisdiction can establish and 
enforce height restrictions (County of Santa Clara 2016b). 

Norman Y. Mineta San Jose International Airport, San Martin Airport, Frazier Lake Airpark, and 
Los Banos Municipal Airport are subject to airport CLUPs (County of Santa Clara 2016a, 2016b; 
County of Merced 2012; County of San Benito 2001). Each CLUP identifies the AIA and the FAR 
Part 77 areas for each airport. Appendix 2-J in Volume 2 references each airport CLUP as a 
regional policy. Appendix 3.11-B provides an AIA and FAR Part 77 analysis for each airport. 
Airport master plans and land use compatibility plans from county airport land use commissions 
regulate land use within airport safety zones to minimize airport hazards and risk of accidents. 
The project alternatives encroach on the AIA of San Jose, San Martin, and Frazier Lake airports 
and do not encroach on the AIA of Los Banos Airport.  

Schools  
Table 3.11-6 lists public and private schools within the schools RSA by subsection. Forty-three 
public and private schools and educational facilities are within the RSA under Alternative 1, 47 
under Alternative 2, 41 under Alternative 3, and 40 under Alternative 4. There are no schools within 
the RSA in San Benito County and one school within the RSA in Merced County under all four 
project alternatives. The remaining schools within the RSA are in Santa Clara County: 42 schools 
under Alternative 1, 46 schools under Alternative 2, 40 schools under Alternative 3, and 39 schools 
under Alternative 4. 

Table 3.11-6 Schools within the Resource Study Area by Subsection 

Educational Facility Alternative 
San Jose Diridon Station Approach (Scott Blvd to West Alma Avenue) 

Bellarmine College Preparatory 1, 2, 3, 4 

Center for Employment Training - San Jose 1, 2, 3, 4 

Downtown College Preparatory 1, 2, 3 
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Table 3.11-7 High-Risk Facilities within 2 miles of the Project Footprint  

Alternative/Subsection 
Cement/Lime 

Plants 

Electric 
Power 
Plants 

Wastewater 
Treatment 

Plants Landfills 
Dams and 
Reservoirs Total 

Alternative 1 

San Jose Diridon Station Approach 0 1 28 12 0 41 

Monterey Corridor 0 1 10 3 2 16 

Morgan Hill and Gilroy 1 1 6 19 4 31 

Pacheco Pass 0 0 0 0 1 1 

San Joaquin Valley 0 0 6 0 1 7 

Total 1 3 50 34 8 96 

Alternative 2 

San Jose Diridon Station Approach 0 1 28 12 0 41 

Monterey Corridor 0 1 10 3 2 16 

Morgan Hill and Gilroy 1 1 6 19 3 30 

Pacheco Pass 0 0 0 0 1 1 

San Joaquin Valley 0 0 6 0 1 7 

Total 1 3 50 34 7 95 

Alternative 3 

San Jose Diridon Station Approach 0 1 28 12 0 41 

Monterey Corridor 0 1 10 3 2 16 

Morgan Hill and Gilroy 1 1 6 19 4 31 

Pacheco Pass 0 0 0 0 1 1 

San Joaquin Valley 0 0 6 0 1 7 

Total 1 3 50 34 8 96 

Alternative 4 

 San Jose Diridon Station Approach 0 1 26 12 0 39 

Monterey Corridor 0 1 10 3 2 16 

Morgan Hill and Gilroy 1 1 6 19 4 31 

Pacheco Pass 0 0 0 0 1 1 

San Joaquin Valley 0 0 6 0 1 7 

Total 1 3 48 34 8 94 
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Tall structures can pose a safety hazard because of their potential to topple onto HSR structures 
due to accidents, including fall hazards, high wind events, other severe weather events, or terrorist 
acts. Tall structures are defined as structures that overarch the project alignment (e.g., bridges) and 
structures for which the combination of the structure’s height and distance from the project footprint 
is such that the structure (or debris from the structure) could fall onto the project footprint in the 
event of an incident (e.g., severe weather events). Tall structures within the high-risk facilities RSA 
consist of vehicle bridges, pedestrian bridges, signal overcrossing structures, buildings, and 
industrial plants, which are predominantly located within the urban areas of the RSA. Table 3.11-8 
shows the number of bridges and other tall structures within the RSA for each subsection under 
each alternative; Alternative 4 has the greatest number of bridges and other tall structures. 
Alternative 1 has the fewest number of bridges and other tall structures. There are no bridges or 
other tall structures in the Pacheco Pass or San Joaquin Valley Subsections for any alternative.  

Table 3.11-8 Tall Structures within the Resource Study Area  

Subsection Alternative 1 Alternative 2 Alternative 3 Alternative 4 

Bridges, Pedestrian Overpasses, Signal Over Bridges  

San Jose Diridon Station Approach 6 6 6 11 

Monterey Corridor 8 8 8 12 

Morgan Hill and Gilroy 2 3 2 4 

Pacheco Pass 0 0 0 0 

San Joaquin Valley 0 0 0 0 

Subtotal 16 17 16 27 

Buildings, Industrial Plants 

San Jose Diridon Station Approach 0 1 1 3 

Monterey Corridor 0 0 0 0 

Morgan Hill and Gilroy 0 0 0 3 

Pacheco Pass 0 0 0 0 

San Joaquin Valley 0 0 0 0 

Subtotal 0 1 1 6 

Total 16 18 17 33 
 

3.11.5.4 Security 
Six municipal and county police and sheriff’s departments serve the RSA. Data on crime rates for 
both violent crime and property crime were collected from the FBI National Uniform Crime 
Reporting Program database. The violent crime rate in Merced County in 201512 was about 621 
per 100,000 inhabitants (0.6 percent), which is almost 200 more incidents per 100,000 inhabitants 
than the statewide average of approximately 426 incidents per 100,000 inhabitants (0.4 percent) 
(FBI 2015a, 2015b). The violent crime rate in the San Jose-Sunnyvale-Santa Clara Metropolitan 
Statistical Area (MSA), which includes Santa Clara and San Benito Counties, was almost 252 per 
100,000 inhabitants in 2015 (FBI 2015b). The FBI database reports data by MSA but does not 
separately report data for Santa Clara County and San Benito County. The violent crime rate in 
Merced County has increased by 6.7 percent since 2010. The violent crime rates in California and 

 
12 The latest year for which this information was available at the time of this analysis.  
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the San Jose-Sunnyvale-Santa Clara MSA (which includes Santa Clara and San Benito 
Counties) have decreased by 3.2 percent and 4.9 percent, respectively, since 2010 (FBI 2010a, 
2010b).  

The property crime rate for Merced County in 2015 was about 2,952 per 100,000 inhabitants, 
which is almost 340 incidents per 100,000 inhabitants higher than the state average of 2,618 per 
100,000 inhabitants (FBI 2015a, 2015b). The property crime rate for the San Jose-Sunnyvale-
Santa Clara MSA, which includes Santa Clara and San Benito Counties, was almost 2,317 per 
100,000 inhabitants, approximately 13 percent lower than the state average. The property crime 
rate for Merced County is approximately 12.7 percent higher than the state average. Property 
crime rates have increased since 2010 for Santa Clara and San Benito Counties and have 
decreased since 2010 in Merced County and California. The property crime rate in the San Jose-
Sunnyvale-Santa Clara MSA (which includes Santa Clara and San Benito Counties) was 
approximately 2,256 per 100,000 inhabitants in 2010 and approximately 2,317 per 100,000 
inhabitants in 2015, representing a 2.5 percent increase. The property crime rate in Merced 
County was approximately 3,315 per 100,000 inhabitants in 2010 and approximately 2,592 per 
100,000 inhabitants in 2015, representing a 22 percent decrease (FBI 2010b, FBI 2015b).  

Analysis of onboard crime for passenger trains used statistics gathered from Metro and BART 
(FBI 2015c). The reported crimes included crimes committed on board trains and at transit 
facilities such as stations and parking lots. In 2015, 20,873 Part 1 Offenses, as defined by the 
National Uniform Crime Reporting Program (i.e., criminal homicide, legacy/revised rape, robbery, 
aggravated assault, burglary, larceny theft, motor vehicle theft, and arson), occurred statewide in 
California, excluding heavy rail system agencies. In 2015, 3,241 Part 1 Offenses occurred on the 
Metro and BART lines, combined (FBI 2015c).13  

3.11.6 Environmental Consequences 
3.11.6.1 Overview 
This section discusses the potential safety and security impacts that could be generated during 
project construction and operations focusing on the following topics. Section 3.11.6.2, Emergency 
Services, discusses potential impacts on emergency response time and emergency response 
access. Section 3.11.6.3, Community Safety and Security, discusses potential impacts on 
criminal and terrorist activity, construction worker safety, traffic hazards, aviation hazards, Valley 
fever, high-risk facilities, operational safety, wildfire, and schools. Each topic area discusses 
potential impacts from the No Project Alternative and the project alternatives. In particular, the 
impact discussion considers the potential interference with emergency response times and 
services from construction and operations, the safety and security of construction workers, 
passengers, HSR employees, and the general public during construction and operations. The 
analysis also identifies the permanent beneficial impacts on motor vehicle, pedestrian, and 
bicycle safety that could result from implementing the project alternatives. There are no active or 
closed landfills within 0.25 mile of the project footprint for any project alternative; therefore, 
project construction would not result in impacts related to landfills. There are 33 landfills within 
2 miles of the project footprint (within the high-risk facilities RSA) for all project alternatives and 
22 other high-risk facilities, including cement and lime plants, electric power plants, and 
wastewater treatment plants, within 2 miles of the project footprint for all project alternatives. 
High-risk facilities could represent a hazard to HSR operations.  

The Authority has incorporated IAMFs to address safety and security that are described in 
Volume 2, Appendix 2-E, Project Impact Avoidance and Minimization Features. These features 
require the contractor to prepare and implement a construction safety transportation management 
plan that establishes procedures for the contractor’s coordination with local jurisdictions to 
maintain emergency vehicle access during construction and an SSMP that would be implemented 
prior to initiating construction. The contractor would also conduct a hazard analysis to identify and 
implement measures that reduce any identified hazards. The contractor would identify and 

 
13 The FBI database provides statistics about Metro and BART lines and does not include heavy rail transit services.  
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CEQA Conclusion 
The impact would be less than significant under CEQA for all four project alternatives because 
the risk of fires during construction and operations would be minimized. For construction activities 
in high or moderate fire hazard severity zones, all required and recommended fire safety 
measures would be implemented, as per California Public Resources Code Title 14 and Title 19. 
In addition, alignments would be constructed in accordance with all requirements established by 
local jurisdictions and all other applicable fire code regulations. With implementation of these 
requirements, construction of the project would not be expected to expose people or structures to 
a significant wildfire risk and would not exacerbate wildfire risks. Construction-related activities 
would not expose people or structures, either directly or indirectly, to a significant risk of loss, 
injury, or death involving wildland fires. Operations of any of the project alternatives would include 
elements (e.g., HSR electrical systems, stations, maintenance facilities, and railbeds) that could 
increase the potential for wildfires. Although HSR trains would not carry fuel or large quantities of 
flammable materials, there is an inherent fire hazard during operations from electrical systems. 
The electrical interconnection facilities represent new electrical components that would increase 
risks above baseline conditions associated with electrical fire hazard. The surrounding landscape 
is maintained in active agricultural use, and these lands are typically irrigated and maintained with 
minimal excess dry fuel that could ignite. Therefore, the incremental increase in fire hazard from 
project operations would be minimized under all project alternatives. Therefore, CEQA does not 
require mitigation. 

3.11.7 Mitigation Measures 
There would be a significant impact under CEQA for Alternatives 1 and 2 from the temporary 
interference with emergency vehicle access to the Morgan Hill Charter School. Under 
Alternative 2 Skyway Drive Variant B, the disruption of access to San Jose Fire Station 18 would 
be a significant impact during construction and operations of the project. Table 3.11-14 shows the 
safety and security–specific mitigation measures that would allow emergency access to the 
school during construction and to the San Jose Fire Station 18 during construction and 
operations. 

Table 3.11-14 Safety and Security-Specific Mitigation Measures 

Mitigation Measure Alternative 1 Alternative 2 Alternative 3 Alternative 4 
SS-MM#1: Construct Permanent Access 
Roads and Driveways for Alternative 2 
Skyway Drive Variant B 

N/A Yes N/A N/A 

SS-MM#2: Construct Temporary Access 
Roads and Driveways for Morgan Hill Charter 
School 

Yes Yes N/A N/A 

SS-MM#3: Install Emergency Vehicle 
Detection 

Yes Yes Yes Yes 

SS-MM#4: Install Emergency Vehicle 
Response Improvements 

N/A N/A N/A Yes 

Source: Authority 2019b 
N/A = not applicable 

There would be a significant impact under CEQA for all project alternatives from the permanent 
interference with emergency response times on Monterey Road between Bernal Road and 
Capitol Expressway.  

SS-MM#1: Construct Permanent Access Road and Driveway for Alternative 2 Skyway Drive 
Variant B  
Prior to commencing construction to depress Monterey Road and Skyway Drive under 
Alternative 2 Skyway Drive Variant B, the contractor would construct a permanent access road 
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• 7th Street (Gilroy) 
• 10th Street (Gilroy) 

An Emergency Vehicle Priority Treatment Plan would be developed for at-grade crossing 
locations where an increase in emergency response times of 30 seconds or more above baseline 
travel time would occur after initiation of HSR service. The performance standard for the plan is to 
reduce the response time increases resulting from HSR train operation effects on gate down time 
to less than 30 seconds. 

Emergency vehicle priority treatment strategies may include constructing improvements to streets 
parallel to the HSR corridor to speed travel to adjacent grade-separated crossings of the rail line 
or to provide new emergency service facilities (i.e., new fire stations or ambulance/paramedic 
staging facilities) on the opposite side of the corridor where there are no adjacent grade-
separated crossings. The strategies may include, but are not limited to, the following: 

• Emergency vehicle pre-emption equipment at traffic signals 

• Route-based traffic signal priority control systems 

• Emergency vehicle and transit queue bypass lanes 

• Roadway capacity and operational improvements to facilities paralleling the rail line to 
improve access to adjacent grade-separated rail crossings 

• Construction of new fire stations to reduce fire station response times in affected areas 

• Expansion of existing fire stations to reduce fire station response times in affected areas 

• Increase in contracted first responder ambulance services to reduce first responder 
ambulance response times in affected areas 

As an alternative to these strategies, the Authority and a local agency may reach a mutual 
agreement to have the Authority make an in-lieu payment toward other infrastructure projects 
including nearby grade-separation projects. The in-lieu payment would be the capital contribution 
that the Authority would have otherwise made to one or more of the above emergency vehicle 
priority treatment strategies. 

This mitigation measure would be effective in improving emergency vehicle response times by 
providing funding for emergency vehicle priority treatments. This mitigation measure would not 
mitigate certain fire station response time impacts in the affected jurisdictions if these cities 
choose not to implement and operate emergency vehicle priority treatments using construction 
funds provided by HSR. Accordingly, these impacts are considered significant and unavoidable. 

Building new fire stations or other emergency vehicle priority improvements may result in secondary 
impacts depending on their locations, which are presently not known; if the local agencies choose to 
implement and operate emergency vehicle priority treatments with funding provided by HSR, they 
may need to conduct environmental analysis prior to construction. Providing additional contracted 
emergency first responder ambulance services may result in secondary impacts depending on 
whether contracted ambulance services would require construction of new deployment facilities or 
whether their operations would only include deployment of additional ambulances on call in the 
affected areas; local agencies may need to conduct environmental analysis prior to construction. If 
the Authority and a local agency mutually agree for payment of an in-lieu fee used for other 
infrastructure projects, including grade-separation projects, the local agency may need to conduct 
environmental analysis prior to construction. 

3.11.8 Impact Summary for NEPA Comparison of Alternatives 
As described in Section 3.1.5.4, the effects of project actions under NEPA are compared to the 
No Project condition when evaluating the impact of the project on the resource. The 
determination of effect is based on the context and intensity of the change that would be 
generated by construction and operations of the project. Table 3.11-15 compares the project 
impacts by alternative, followed by a summary of the impacts.
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Table 3.11-15 Comparison of Project Alternative Impacts for Safety and Security  

Impact Alternative 1 Alternative 2 Alternative 3 Alternative 4 
Emergency Response and Services 
Impact S&S#1: Temporary 
Impacts on Emergency Access 
and Response Times from 
Temporary Roadway and 
Highway Closures, 
Relocations, and Modifications 

Travel time on Monterey Road 
would increase throughout 
construction areas for the 
duration of construction 
activities, resulting in delays in 
emergency vehicle access and 
response time. Access roads 
and driveways at Morgan Hill 
Charter School would be closed 
or modified, impeding 
emergency access to the 
school. 

Temporary construction 
activity would result in the 
same road closures and 
relocations as Alternative 1.  
Construction of Skyway Drive 
Variant A would not impede 
vehicle access to San Jose 
Fire Station 18. Construction 
of Skyway Drive Variant B 
would impede vehicle access 
to San Jose Fire Station 18. 

Same as Alternative 1, except 
no effects on Morgan Hill 
Charter School. 

Travel time on Monterey Road would 
increase throughout construction areas 
for the duration of construction 
activities, resulting in delays in 
emergency vehicle access and 
response time. Effects under 
Alternative 4 would be less due to the 
lack of roadway narrowing on 
Monterey Road. 

Impact S&S#2: Temporary 
Impacts on Emergency Access 
and Response Times from 
Construction Vehicles 

Project features would manage 
construction vehicle traffic and 
the project would not affect 
emergency vehicle access and 
response. 

Same as Alternative 1 Same as Alternative 1 Same as Alternative 1 

Impact S&S#3: Permanent 
Impacts on Emergency Access 
and Response Times from 
Permanent Roadway and 
Highway Closures, 
Relocations, and Modifications  

Travel time on Monterey Road 
would increase between Capitol 
Expressway and Bernal Road by 
0 to 12 minutes in AM peak 
hours and 6 to 8 minutes in PM 
peak hours depending on the 
direction of travel, resulting in 
delays in emergency vehicle 
access and response time. 

Travel time on Monterey 
Road would increase 
between Capitol Expressway 
and Bernal Road by 6 to 8 
minutes in AM peak hours 
and by 2 to 12 minutes in PM 
peak hours depending on the 
direction of travel, resulting in 
delays in emergency vehicle 
access and response time. 

Same as Alternative 1 Travel time on Monterey Road would 
not increase because of roadway 
modifications. 
However, because of additional gate 
down time, travel times between 
Bernal and Capitol Expressway would 
increase by less than 1 minute in AM 
peak hours, and 4 to 8 minutes in PM 
peak hours depending on the direction 
of travel, resulting in delays in 
emergency vehicle access and 
response time. 
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the SSMP) would minimize the potential for high-risk facilities, including oil and natural gas 
pipelines and bulk fuel storage facilities, to be affected by construction of the project. 

Project operations would not result in continuous permanent impacts related to operational safety 
impacts, exposure to wildfire hazards, exposure to high-risk facilities and tall structures, criminal 
and terrorist activity, or safety hazards to schools. Through effective planning and design of the 
project, impacts on safety from collisions and derailments that could expose passengers, 
employees, and the public to risks of accidents would be minimized. The risks of fires during 
project operations would be minimized with the low use of flammable materials, and risks from 
wildfires that could result in safety hazards would be effectively minimized through fire and life 
safety programs implemented during design, construction, and operations of the project.  

Project features, such as conducting a PHA and implementing the SSMP, would minimize the 
potential for high-risk facilities, including oil and natural gas pipelines, bulk fuel storage facilities, 
and tall structures (including vehicle bridges, pedestrian bridges, signal overcrossing structures, 
buildings, and industrial plants), to affect project operations. Criminal or terrorist acts that could 
result in increased exposure to safety risks would be minimized through deterrence and detection 
systems and TVAs, and implementation of design standards and guidelines to allow emergency 
response access and evacuation in the event of a criminal or terrorist act. Project operations that 
could be subject to a derailment leading to safety hazards for schools would be effectively 
minimized through safety elements as part of the design, including an ATC system, intrusion 
detection system and inspection and maintenance programs to minimize the risk of accidents, 
and derailment containment systems including check rails, parapets, undercar guards, and 
alternate barrier systems that would keep the train within the right-of-way and railcars upright in 
the event of a derailment. 

3.11.9 CEQA Significance Conclusions 
As described in Section 3.1.5.4, the impacts of project actions under CEQA are evaluated against 
thresholds to determine whether a project action would result in no impact, a less than significant 
impact, or a significant impact. Table 3.11-16 identifies the CEQA significance determinations for 
each impact discussed in Section 3.11.6, Environmental Consequences. A summary of the 
significant impacts, mitigation measures, and factors supporting the significance conclusion after 
mitigation follows the table. 

Impact S&S#1: Temporary Impacts on Emergency Access and Response Times from 
Temporary Roadway and Highway Closures, Relocations, and Modifications 
There would be a significant impact under all four project alternatives on emergency response. 
The increase in travel time on Monterey Road from relocations or reconstruction of portions of the 
Monterey Road and the construction of the Monterey Road road diet would result in temporary 
changes in vehicle circulations, temporary closures of roadways and highways, lane closures, 
road relocations, reduction of highway lane widths, reduced speed limits, temporary on/off road 
closures, detours, and congestion and delay along roadways and highways, and at intersections. 
Under Alternative 2, construction of Skyway Drive Variant B would impede emergency access to 
and from San Jose Fire Station 18. Under Alternatives 1 and 2, construction activities would entail 
closure or relocation of access roads and driveways at Morgan Hill Charter School. These 
activities would cause temporary delays in emergency vehicle access and response times. 

The Authority would implement SS-MM#1, SS-MM#2, and SS-MM#3 during the course of 
construction. These measures would reduce emergency vehicle response times by constructing 
permanent access roads and driveways for Alternative 2, Skyway Drive Variant B; constructing 
temporary access roads and driveways for Morgan Hill Charter School; and providing signal 
priority when emergency vehicle detection is activated on Monterey Road, respectively. These 
measures would be implemented prior to and during construction; therefore, the impact would be 
less than significant.  
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Table 3.11-16 CEQA Significance Conclusions and Mitigation Measures for Safety and Security  

 
Impact Description and CEQA Level of Significance before 
Mitigation Mitigation Measure 

CEQA Level of 
Significance after 
Mitigation 

Emergency Response  
Impact S&S#1: Temporary Impacts 
on Emergency Access and Response 
Times from Temporary Roadway and 
Highway Closures, Relocations, and 
Modifications 
 

Significant for all alternatives:  
Project construction would result in delays in emergency vehicle 
access and response time through temporary road closures, 
relocations, modifications, and reconstructions, thereby resulting in 
inadequate emergency access. 
 

SS-MM#1: Construct 
Permanent Access Roads 
and Driveways for Alternative 
2 Skyway Drive Variant B 
SS-MM#2: Construct 
Temporary Access Roads 
and Driveways for Morgan 
Hill Charter School  
SS-MM#3 Install Emergency 
Vehicle Detection 

Less than Significant 
 

Impact S&S#2: Temporary Impacts 
on Emergency Access and Response 
Times from Construction Vehicles 

Less than significant for all alternatives:  
Project construction would not result in inadequate emergency vehicle 
access and response, because it would effectively control and manage 
construction vehicle traffic. 

No mitigation measures are 
required. 

N/A  

Impact S&S#3: Permanent Impacts 
on Emergency Access and Response 
Times from Permanent Roadway and 
Highway Closures, Relocations, and 
Modifications 

Significant for Alternatives 1, 2, and 3 because Monterey Road would 
be narrowed from 6 lanes to 4 lanes:  
Project construction would increase travel time on Monterey Road 
between Bernal Road and Capitol Expressway under Alternatives 1 
and 3 by 6 to 20 minutes, and under Alternative 2 by 5 to 26 minutes, 
depending on peak hour and direction of travel. 
Alternative 4 would have no impact on Monterey Road travel times 
from road narrowing. 

SS-MM #3: Install Emergency 
Vehicle Detection 

Less than Significant 
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